NAWCWD TP 8598

NAVAZA I R

Insensitive Munitions Technology Transition
Program Composite Case Captive Carry
Qualification (C*Q) Final Report

by
Brandy Corley Flotten
Research and Engineering Sciences Department

JULY 2005

NAVAL AIR WARFARE CENTER WEAPONS DIVISION
CHINA LAKE, CA 93555-6100

Approved for public release; distribution is
unlimited.



Naval Air Warfare Center Weapons Division

FOREWORD

The Composite Case Captive Carry Qualification (C'Q) Program entails the design, the
fabrication, and the ground and flight testing of a captive air training missile (CATM) with a composite
primary structure. This configuration, which is commonly referred to as the composite “blue tube,”
maintains the form, fit, and function of the CATM-9M with the MDU-27A/A hardware and is designed to
withstand the induced load and vibration environments of the F/A-18C/D. This paper provides a
description of the design, analysis, test, and evaluation conducted thus far for this effort. Included is a
discussion of the tailored material property characterization, design loads determination, manufacturing,
ground testing, flight clearance package and documentation, flight testing, and lessons learned.

This document was reviewed for technical accuracy by Peter Hudson and James McManigal.

Approved by Under authority of
1. M. ROBBINS, Deputy W. M. SKINNER
Weapons and Energetics Department RDML, U.S. Navy
21 July 2005 Commander

Released for publication by
K. HIGGINS
Director for Research and Engineering

NAWCWD Technical Publication 8598

Published DY i iinmimmnii et arssremstide i (i ettt e salicennical [nformation IDivision
L@l 1111 {e) ) e e e e B i seeeeeeneneeens COVET, 174 leayes
PUSt PHnEnE o iy TR e e e e R e e e 46 copies




Fi A d
REPORT DOCUMENTATION PAGE e e

Public reporting burden for thus collection of information is estimated to average | hour per response, including the time for reviewing instructions, searching existing data sources,
gathenng and maintaining the data needed, and completing and reviewing the collection of information. Send comments regarding the burden estimatc or any other aspect of this
collectian of information, including suggestions for reducing this burden, to Washington Headquarters Services, Directorate for Information Operations and Reports, 1215 Jefferson Davis
Highway, Suite 1204, Arlington, VA 22202-4302, and to the Office of Management and Budget, Papenvork Reduction Project (704-0188), Washington, DC 20503.

1. AGENCY USE ONLY (Leave blank) 2. REPORT DATE 3. REPORT TYPE AND DATES COVERED

July 2005 Summary

4. TITLE AND SUBTITLE 5. FUNDING NUMBERS

Insensitive Munitions Technology Transition Program Composite Case Captive
Carry Qualification (C'Q) Final Report (U)

6. AUTHOR(S)

Brandy Corley Flotten

7. PERFORMING ORGANIZATION NAME(S) AND ADDRESS(ES) 8. PERFORMING ORGANIZATION
REPORT NUMBER

Naval Air Warfare Center Weapons Division
1 Administration Circle NAWCWD TP 8598

China Lake, CA 93555-6100

8. SPONSORING/MONITORING AGENCY NAME(S) AND ADDRESS(ES) 10. SPONSORING/MONITORING
AGENCY REPORT NUMBER

Vicki Brady

Insensitive Munitions Technology Transition Program
Code 474000D, Mail Stop 5301

China Lake, CA 93555-6100

11. SUPPLEMENTARY NOTES

12a. DISTRIBUTION/AVAILABILITY STATEMENT 12b. DISTRIBUTION CODE

Approved for public release; distribution is unlimited.

13. ABSTRACT (Maximum 200 words)

(U) The Composite Case Captive Carry Qualification (C'Q) Program was conceived to reduce the risk of employing
composite materials on air-launched missiles by demonstrating that the resultant case technology is robust enough to withstand
a tactical aircraft flight. This effort entails the design, the fabrication, and the ground and flight testing of a captive air training
missile (CATM) with a composite primary structure. This configuration, which is commonly referred to as the composite “blue
tube,” maintains the form, fit, and function of the CATM-9M with the MDU-27A/A hardware and is designed to withstand the
induced load and vibration environments of the F/A-18C/D.

(U) This program substantiates that a high degree of confidence can be placed in the composite material’s intrinsic
properties and provides confidence that a timely flight clearance can be obtained for a weapon that incorporates composite
technology. During this work, the investigators overcame numerous technical challenges that have traditionally prevented the
application of filament-wound composite cases to tactical missile design. These issues include, but are not limited to, impact
damage and moisture intrusion. The goal is to highlight the issues that must be addressed in a composite case certification
program.

(U) This document provides a description of the design, analysis, test, and evaluation conducted thus far for this effort.
Included is a discussion of the tailored material property characterization, design loads determination, manufacturing, ground
testing, flight clearance package and documentation, flight testing, and lessons learned.

14. SUBJECT TERMS 15. NUMBER OF PAGES
[nsensitive Munitions Technology Transition Program (IMTTP), Composite Case Captive 346
Carry Qualification (C'Q), Captive Air Training Missile (CATM), Blue Tube, Effective Flight
Hours, Non-destructive Inspection (NDI) 16. PRICE CODE
17. SECURITY CLASSIFICATION 18. SECURITY CLASSIFICATION 19. SECURITY CLASSIFICATION 20. LIMITATION OF ABSTRACT
OF REPORT OF THIS PAGE OF ABSTRACT
SAR
UNCLASSIFIED UNCLASSIFIED UNCLASSIFIED
NSN 75-01-280-5500 Standard Form 298 gRev. 2-89)
Prescribed by ANSI Std. 239-1

298-102




UNCLASSIFIED

SECURITY CLASSIFICATION OF THIS PAGE (When Data Entered)

Standard Form 298 Back (Rev. 2-89) SECURITY CLASSIFICATION OF THIS PAGE

UNCLASSIFIED



NAWCWD TP 8598

CONTENTS
Background And |NEroduUCION s c.sosmmmsmveonsonusmnnin i s ssismsegs e s snss vt vimssiiastyiiss i dndioms s e seesasias, 5
SCODEl v e e T e e T 5
CHQ Program ODJECHVE ........cooveiviiieiveeeree i eeeceeesssseesseesaessosebbeb st ess s s s e st st ens e s e eeee s esaessms et ees i 6
T U e PP SRR PR 6
Matetial Propetty CHATACTEIIZA IO ot o s s s ission i e oo 6 s o o T s g i 5t 7
Diesign L.oads Determmination wsers s . oommismssssmss sy s e i S s s s mme i s s inaitssss 8
ManllaE N e e T e e T e e T T T T 8
Deailed esiPlicrmenmpmrmr e i s i e e e e e S R e e e R e e 8
L 01 9
Bending Test at Room Temperature Under Dry Conditions Without Impact Damage...........c.c.cceuevene. 9
Bending Test After Tube Exposed to Impact Damage and Hot/Wet Conditions ............cocoevvcceviiiienns 9
HOrward HADEer TESE. . ciacinnrmmnsnnsnne s i 55855555 5805585 b e S HHEEE 550 dnns n ane o445 s s mn s s i s Srnm s 9
MiAAIE HANGET TESt...ouiiiiiiiiiiiciiie ettt st et esae s s beesees e sbsebaemsessens et esbesbasasanaasaennas 9
Modified Middle HATPET TESt oo vt s i et s oy i wietos s S g i 10
AdL, HADEEE TEST e s s e e e e o s TR e 10
Wing AHachifent Test .. o i msms s s s e s e FE DT S np s o FA RS S8 10
FBATTEUIE TIESL, oo s s s st s i s s i s i s . 3 AR 88 i S A AR 10
SHFNESS (IMOAAL) TESE ...ttt ettt et e et s e aes e e ae st aa e ebeesseseaneenseenseabassseennsentessnearecen 10
MASS PIGPEHIE S ammn o s S G e e T e e i e e S T e A e S A 11
NIBTAUON LS s et i i e e o e ST B T e o e S T e o e o e 11
Befiding TestAfter ViBrat bl i i v s s i i e Sy ey 11
Bending ‘Test With Iipact DAMABE q s e s i s Siies s s s s e 11
Thermal Shock and Temperature, Altitude, and Humidity Tests ........c.ccccocciiniiininicncnii e 11
Pre-flight Prool TESE e omumsommo s 1 ooy e o 1 s s 0 (s s e s s ser s eanes 12
Bending Test Under Hot/Wet Conditions With Kevlar Overwrap Removed..........c.ccccoeivvncinven. 12
SUITIMIATY 1. eeeiiiiei ittt ce ettt et e b e st e e st e s e b et e eme e e ea bt e e <o s et e ee £ e s e et aat b2 e eanbe e osbeeme e e e sbaeembessessea et e emeeemneeeatne 12
Flight Clearance Package and DOCUMENTALION ..ovumrimuu oo sssvismmsssirsisesosmsssmsssissss s it bossassssmssssssnsssensisdasnssigasss 14
BIEBIE TESEINE, - nnmnassins st uonssemin smnin it i asotenotobass 484 £ M8 AR AR5 858808 5 i s i S 3 e A 14
ST Of L2S50NS LeaTied i i s i e i e s 15
R O TOIICES i o8558 i sms e ammsmmmnm e s s bl o e BV R0 R SRR s s RS A R s s s SESEAERTA 17
NO It e m e e e e T T e T T T T T 17



NAWCWD TP 8598

Appendixes:

A. Composite Case Captive Carry Qualification (C*Q) Blue Tube Bending Test Plan....................... A-1
B. Composite Case Captive Carry Qualification (C*Q) Blue Tube Test Report for Bending

at Room Temperature Under Dry Conditions Without Impact Damage ..............cccooccciivinccninns B-1
C. Composite Case Captive Carry Qualification (C*Q) Blue Tube Test Plan for

Bending Test After Tube Exposed to Impact Damage and Hot/Wet Conditions...............c..cccoeeeee. C-1
D. Composite Case Captive Carry Qualification (C*Q) Blue Tube Test Report for

Bending Test After Tube Exposed to Impact Damage and Hot/Wet Conditions............ccccccceeee. D-1
E. Composite Case Captive Carry Qualification (C*Q) Blue Tube Forward Hanger Test Plan.......... E-]
F. Composite Case Captive Carry Qualification (C*Q) Blue Tube Forward Hanger Test Report...... F-1
G. Composite Case Captive Carry Qualification (C*Q) Blue Tube Middle Hanger Test Plan............ G-1
H. Composite Case Captive Carry Qualification (C*Q) Blue Tube Middle Hanger Test Report........ H-1
1. Composite Case Captive Carry Qualification (C*Q) Blue Tube Modified Middle

Hangenle Bl e s T S T T e I-1
J. Composite Case Captive Carry Qualification (C*Q) Blue Tube Modified Middle

HARBBEE TESL REDOTE i oteisiniuioinisisisioministoiouisrmmenin ooins sonks e o b i e oo i S A 1 R S s sy J-1
K. Composite Case Captive Carry Qualification (C*Q) Blue Tube Aft Hanger Test Plan.................. K-1
L. Composite Case Captive Carry Qualification (C*Q) Blue Tube Aft Hanger Test Report............... L-1
M. Composite Case Captive Carry Qualification (C*Q) Blue Tube Wing Attachment Test Plan ....... M-1
N. Composite Case Captive Carry Qualification (C*Q) Blue Tube Wing Attachment

T E 8L RE PO ussninmsmsmssusers s vwss s oo e R 0 U055 e s R By B S T S N-1
0. Composite Case Captive Carry Qualification (C*Q) Blue Tube Fatigue Test Plan ....................... O-1
P. Composite Case Captive Carry Qualification (C*Q) Blue Tube Fatigue Test Report .................... P-1
Q. Composite Case Captive Carry Qualification (C*Q) Blue Tube Vibration Test Plan..................... Q-1
R. Composite Case Captive Carry Qualification (C*Q) Blue Tube Vibration Test Report................. R-1
S. Composite Case Captive Carry Qualification (C*Q) Blue Tube Bending After Vibration

B 1 o T S-1
T. Composite Case Captive Carry Qualification (C*Q) Blue Tube Bending After Impact

Damage T est REDOTL . .....oucommostasonsms msin e £5mmasms s s s u s R Menis s sneo s ng i sl SRS e T-1
U. Composite Case Captive Carry Qualification (C*Q) Blue Tube Thermal Shock and

Temperature, Altitude, and Humidity Cycling Test REpOrt ........ccccooviriiiiciinininieeseseeceees U-1
V. Composite Case Captive Carry Qualification (C*Q) Blue Tube Pre-flight Proof Test Plan........... V-1
W. Composite Case Captive Carry Qualification (C*Q) Blue Tube Pre-flight Proof Test Report....... W-1
X. Composite Case Captive Carry Qualification (C*Q) Blue Tube Test Report and Plan for

Bending Test Under Hot/Wet Conditions and With Overwrap Removed.........cc.ccoooieiiniinncine. X-1
Y. Composite Case Captive Carry Qualification (C*Q) Blue Tube Serial Number 015

Surface INVestiZation REPOTT .....coo.uiiiiiiii ettt e e s reeee e senearearee e Y-I

Tables:

L IVIASS PIOPOIIIES ... ..i:ccmmn om0 4555005 SRR AR A R 888 et o e SRR s et 11
2. Summary of Ground Test RESUILS.......ccooouiiiiiiirieie ettt ea e seeens 13
< I 1 vl B o8 110011 T R R R R R T e 15




NAWCWD TP 8598

ACKOWLEDGMENTS

The execution of the Composite Case Captive Carry Qualification (C*Q) project was the result of a
collaborative effort on the part of many groups, such as Structures and Design, Materials Engineering, Life
Cycle Environmental Engineering, Rapid Prototype Engineering, and the Composites Fabrication
Laboratory. The Naval Air Systems Command (NAVAIR) NDE Branch provided the non-destructive
evaluation and inspection guidance, and local China Lake squadron non-destructive inspection (NDI)
personnel performed the follow-on inspections. Other government agencies, military personnel, and
industry partners having interest in composite rocket motor cases as next-generation missile systems have
also participated. This effort would not have been possible without the cooperation and assistance of all
those involved. Special recognition goes to the C*Q team: Ted Hicks, Chuck Daugherty, Carl Kumano,
Brian Haugen, George Graham, Bob Andre, Frank Goerlich, Peter Vezey, John Lundeen, Nolan Paulsen,
Clay Schonhoff, Eric Matthews, Buck Guest, John Gamel, Ricardo Saenz, Gary Simpson, Peter Hudson,
Craig Porter, Sharon Berry, and Antonella Thompson. The author would also like to express her thanks to
Allen Gehris, Insensitive Munitions Technology Transition Program (IMTTP) NAVAIR Sponsor, and
Vicki Brady, IMTTP Technical Coordinator, for their support of this initiative.



NAWCWD TP 8598

(This page intentionally left blank.)



NAWCWD TP 8598

BACKGROUND AND INTRODUCTION

Since the late 1960s, a longstanding need has existed to improve the safety of tactical missile
systems. One such effort is embodied in the Insensitive Munitions (IM) Program, whose goals are to
develop new systems or to retrofit current ones with technologies that will mitigate weapons’ reactions to
hazard stimuli resulting from shipboard fire, flying debris, or battle situations. In fact, the U.S. Navy has
devoted considerable resources to improve the safety of weapons systems in shipboard applications.
Significant progress in meeting these IM requirements, as well as offering enhanced kinematics
performance, has been made in composite rocket motors. As with all composile structures, the mechanical
properties can be tailored to meet specific stiffness and pressure requirements, an aspect that affords the
ability to accommodate tactical flight loads. Other benefits include the ability to utilize more or higher-
performance propellants without significantly shifting the missile’s center of gravity. In addition,
substantial energy has also been dedicated to develop propellants that are less sensitive and that react safely
to shipboard hazards. In conjunction, these efforts provide an area of opportunity to achieve a synergistic
combination of high performance and IM compliance in rocket motors.

The effort to utilize IM technology for future service is designated the Insensitive Munitions
Technology Transition Program (IMTTP). IMTTP’s goal is to demonstrate the readiness of various key
technologies, like the composite motor, for introduction into the next-generation weapon design cycle. The
uncertainty regarding the composite rocket motor's ruggedness and reliability for Fleet use, as well as for
captive carriage, has, in the past, precluded that technology from being applied to tactical motors.

IMTTP funded the Composite Case Captive Carry Qualification (C*Q) Program, which began in
fiscal year 1997 and concluded in fiscal year 2004. The program’s purpose is to demonstrate the
robustness of a composite rocket motor and its suitability for use in a tactical captive carriage flight
environment. The total funding was approximately $1.9M over the 7 years. In order to reduce the overall
program cost, the investigators focused on several factors, such as careful material selection and
streamlined manufacturing processes, and utilized AIM-9M hardware and existing loads and aerodynamic
data.

The C*Q Program entails the design, the fabrication, and the ground and flight testing of a captive
air training missile (CATM) with a composite primary structure. This configuration, which is commonly
referred to as the composite “blue tube,” maintains the form, fit, and function of the CATM-9M with the
MDU-27A/A hardware and is designed to withstand the induced load and vibration environments of the
F/A-18C/D. This document provides a description of the design, analysis, test, and evaluation conducted
thus far for this effort. Included is a discussion of the tailored material property characterization, design
loads determination, manufacturing, ground testing, flight clearance package and documentation, flight
testing, and lessons learned.

SCOPE

Because the C*Q effort is neither a Fleet certification program for a composite rocket motor nor an
Engineering and Manufacturing Development (EMD) program, the focus is exclusively on a generic air-to-
air missile case or blue tube design. The term blue tube, also called a CATM, refers to an inert rocket
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motor filled with simulated propellant that exhibits the same mass properties and aerodynamic
characteristics as a live missile of the same variety.

Furthermore, the C*Q Program does not provide the statistically based design values necessary to
integrate composite structures into service nor is the resultant design suitable for direct application into an
existing program. Several factors preclude doing so. For example, the structure was not built as a pressure
vessel, and the production process for the aft section is complex. The primary focus was merely to design
the wall thickness and composite lay-up to meet the anticipated future requirements specific to a 5-inch-
diameter AIM-9M configuration.

However, the C*Q effort does serve as a stepping-stone for programs that may be considering
adopting composite airframe technology in the future. For example, this program substantiates that a high
degree of confidence can be placed in the composite material’s intrinsic properiies and provides confidence
that a timely flight clearance can be obtained for a weapon that incorporates composite technology. During
this work, the investigators overcame numerous technical challenges that have traditionally prevented the
application of filament-wound composite cases to tactical missile design. These issues include, but are not
limited to, impact damage and moisture intrusion. The goal is to highlight the issues that must be
addressed in a composite case certification program.

C‘Q PROGRAM OBJECTIVE

The C*Q Program was conceived to reduce the risk of employing composite materials on air-
launched missiles by demonstrating that the resultant case technology is robust enough to withstand a
tactical aircraft flight. To achieve this objective, the following three major tasks were identified.

1. Establish the structural and material data requirements for a load-bearing, filament-wound
composite rocket motor case to withstand the full Sidewinder AIM-9M captive carriage flight
envelope on the wing of an F/A-18C/D.

2. Develop and document the flight certification process by generating sufficient and appropriate
flight clearance data for approval by the Naval Air Systems Command (NAVAIR), thereby
setting a precedent for future flight clearances.

3. Demonstrate the durability of the composite structure by manufacturing, testing, flying, and
evaluating an inert composite rocket motor on the wing of an F/A-18C/D aircraft.

DESIGN

The composite blue tube was originally designed to withstand the captive carriage flight envelope
of a Sidewinder AIM-9M missile suspended from the wing of an F/A-18C/D aircraft at peak environmental
conditions —85% humidity at 215°F. The temperature was derived from the highest for the rocket motor
skin (165°F), with a margin of 50°F. The motor section was designed to withstand a 4000-psi maximum
expected operating pressure. This value, which is twice that of the AIM-9M, was specifically chosen to
demonstrate the ability to accommodate higher-performance propellants. A second goal was to increase the
stiffness of the airframe to a 50-Hz first body bending mode frequency as compared to that (42 Hz) of the
AIM-9M. The resultant configuration had to maintain the mass property characteristics, external
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interfaces, and outer mold lines, including the contro] surface size/positions of the AIM-9M CATM. In
addition, the hardware was devised to be similar to that of the MDU-27A/A. The envisioned blue tube was
physically the same as a functional rocket motor in every aspect, except for the filament-wound composite
airframe and the wound-in features (lug attachments and wing ribs).

Nineteen blue tubes were manufactured according to the conceptual design to accommodate the
number of assets required for qualification ground and flight testing. All blue tubes were examined for
manufacturing flaws via pulse—echo ultrasound non-destructive inspection (NDI).

MATERIAL PROPERTY CHARACTERIZATION

A key element of the start-up tasks entailed collecting material data for the IM7 carbon fiber in
conjunction with the EPON 9400 epoxy resin. The investigators found that an extensive material
properties database exists for this fiber resin system. Information was collected from the Trident Program,
contractor material characterization efforts, numerous projects at the Naval Air Warfare Center Weapons
Division (NAWCWD), and information used to develop American Society for Testing Materials (ASTM)
D5448 (Reference 1), D5449 (Reference 2), and D5450 (Reference 3) standards, all of which were
consolidated into standard MIL-HDBK-17-1E (Reference 4) format. Close collaboration with other
NAVAIR material and structural engineers resulted in a process that would allow the flight certification of
this type of airframe to establish a template for the material data requirements specific to composite
weapons.

The mechanical behavior of filament-wound composite structures is typically different from that
of flat laminated structures because material properties such as resin void content, curing, micro-cracking,
and free edge construction significantly affect the actual mechanical properties of the part—sometimes by
as much as an order of magnitude. However, analysis and design of filament-wound structures require the
same mechanical property data as used to generate general laminated structures. The majority of filament-
wound composite structures are used in the rocket motor case community. Consequently, most of the test
specimens are cylinders or bottles, shapes that more closely simulate the geometry of the structures to be
designed and analyzed.

MIL-HDBK-17-1E (Reference 4) specifies the method and content of a material database for
composite structures. It also provides a building block approach for deriving material properties and
characterizing new materials. As such, this handbook was adopted in the C*Q material characterization
effort. Per Section 6-12 of that document, coupon methods were tailored to accurately test a representative
structure for filament-winding fabrication. Transverse tensile, transverse compressive, and in-plane shear
mechanical properties were obtained by utilizing three ASTM standards (References 1, 2, and 3) developed
to accurately measure the properties of filament-wound structures. These documents specify that a
standard 4-inch-diameter, 4-inch-gage-length test cylinder be fabricated in the same manner as the
filament-wound composite structure in question. The 4-inch-diameter cylinder is an industry adopted
standard and ensures that consistent data are developed by both government and industry. The test methods
and cylinder configuration used in these standards provide representative and accurate material properties
for these specialized structures. Damage tolerance design levels for hot/wet compression and compression
values after impact were established by utilizing S-inch test bottles. The bottles were composed of a
composite lay-up and filled with inert propellant, both identical to those of the blue tube configuration.
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DESIGN LOADS DETERMINATION

The primary design loads were determined based on previous testing conditions defined for the
captive carriage of a CATM-9M with MDU-27A/A hardware on board the wing tip station of the
F/A-18A/B/C/D aircraft. In addition to these loads, an edge drop condition (which could result in localized
damage) was generated. These loading conditions were used in the detailed design and analysis tasks. An
existing National Aeronautics and Space Administration (NASA) Structural Analysis (NASTRAN) beam
model of the current blue tube was modified for the composite unit.

MANUFACTURING

The IMTTP effort focused on demonstrating a repeatable and consistent manufacturing method to
achieve the necessary structural integrity and safety margins to obtain flight clearance approval. As such,
the wet filament-winding process was chosen for the composite blue tube program, primarily because of
the wealth of experience available that pertained to the method and the materials. Design and fabrication of
the winding mandrels and support fixtures (e.g., pads and wing ribs) and the manufacture of the metal
components (i.e., hanger lug, lug pad, body joints, and wing ribs) were conducted at NAWCWD China
Lake. The 19 composite blue tubes were also fabricated and assembled at that site.

DETAILED DESIGN

The detailed design effort required various types of intricate structural models. The first phase
resulted in a composite lay-up that incorporated the material properties, loads, stiffness, and physical
dimensions defined earlier by the requirements. This lay-up afforded the wrap angles that achieved the
optimum through-the-wall tube thickness with the appropriate margins of safety. The product from the
second phase was the design of the body joints, lug pads, wing attachments, and localized cutouts for the
blue tube. The final stage entailed generating the drawing package and fabrication specification.

Body bending was the critical load factor for sizing the thickness of the cases. The Integrated
Composites Analyzer (ICAN), a computer analysis tool used to calculate the acceptable constituent
parameters for the composite structure, predicted unusually low compressive stress values. So,
representative 5-inch-diameter composite blue tubes were fabricated and tested for transverse compressive
properties per ASTM-D5449 (Reference 2). The results of this supplemental testing both confirmed and
correlated well with the lower compressive strength values predicted by ICAN.

The compressive strength values were also found to be highly dependent on the void content of
the structure. Through a series of iterative fabrication and testing trials, the investigators determined that a
void content value no greater than 3.0% would achieve the required strength and stiffness based on a
0.175-inch-thick composite wall.
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GROUND TESTING

The ground tests that follow represent the minimum effort required to obtain local flight clearance
for demonstration purposes. The confidence and assurance of the material composite response and
structural integrity were further demonstrated by the successful ground tests needed to proceed with flight
testing. As such, the requirements for a Fleet certification of a composite rocket motor have not been fully
satisfied.

BENDING TEST AT ROOM TEMPERATURE UNDER
DRY CONDITIONS WITHOUT IMPACT DAMAGE

The most severe load scenario for the C*Q blue is that experienced during the Mk 84 bomb
release, which imposes a 50-g peak acceleration on the wing tip station. As a consequence, a maximum
bending moment of approximately 70,000 in-1b results. In the first bending test, a full-scale article was
subjected to this load condition at room temperature, but without moisture conditioning or impact damage.
This effort was conducted to provide a baseline for comparison and to ensure that the design was
performing as predicted. Appendixes A and B provide the test plan and report, respectively.

BENDING TEST AFTER TUBE EXPOSED TO IMPACT
DAMAGE AND HOT/WET CONDITIONS

The elevated temperatures and absorbed moisture that may occur during Fleet use degrade the
material properties of the composite structure. Additionally, unseen impact damage can potentially
decrease the strength of the structure. Both of these aspects must be addressed to provide the requisite
confidence. To this end, sufficient impact was imparted to create visible damage on the two most critical
locations of the blue tube. Then, the specified article was soaked at 85% humidity until equilibrium was
reached, heated to the maximum design temperature (+215°F), and tested in bending while hot.
Appendixes C and D are the pertinent test plan and report, respectively.

FORWARD HANGER TEST

The forward hanger represents a critical load path for the C*Q blue tube. As such, to verify the
integrity of the design, a full-scale article was tested to failure in which the forward hanger was subjected to
loading typical of that occurring at the wing tip stations. In that the load path of the forward hanger goes
through the metallic structure, this effort was performed at room temperature and under dry conditions.
Appendixes E and F provide the test plan and report, respectively.

MIDDLE HANGER TEST

The mid-body hanger is another area of technology demonstration. The applicable test involves a
metal pad wound into the composite tube during manufacture, with a hanger bolted onto this pad. The
resultant device represents a possible solution to the challenge of attaching hangers to composite rocket
motors in a cost-effective and structurally efficient manner. These pads are mechanically locked into



NAWCWD TP 8598

position with composite plies and are then cured in place. As a consequence, this design approach does not
require a bond between the pad and metal. Because of the difficulty of non-destructively establishing the
integrity of the bond between the pad and the composite, a test was conducted to address both extremes on
a middle hanger manufactured normally and one chemically released from the composite. Appendixes G
and H document the test plan and report, respectively.

MODIFIED MIDDLE HANGER TEST

The performance of the original middle hanger design was marginal. However, the nature of the
ultimate failure suggested an easy improvement to the configuration. As a result, the middle hanger pad
was modified and re-tested, with satisfactory results. This effort also included both mechanically and
chemically released hangers. Appendixes I and J provide the test plan and report, respectively.

A¥FT HANGER TEST

The aft hanger also represents a primary load path. As such, to verify the integrity of the design, a
full-scale article was tested to failure in which the aft hanger was subjected to loading representative of that
occurring at the wing tip stations. [n that the load path of the aft hanger is through the metallic structure,
the effort was conducted at room temperature and under dry conditions. Appendixes K and L provide the
applicable test plan and report, respectively.

WING ATTACHMENT TEST

Although the aft tube fitting of the C*Q design is quite robust, the wing attachment tabs, unlike
those for the CATM-9M configuration, are not continuous. Also, the wing attachment is a primary
structural element. Therefore, testing the wing-to-missile-body attachment method was worthwhile. While
not a composite material issue, this effort was needed to ensure structural adequacy. Appendixes M and N
present the pertinent test plan and report, respectively.

FATIGUE TEST

The purpose of the fatigue test was to demonstrate that the C*Q blue tube could withstand repeated
loading. As such, the unit was mounted in a fixture and wiffle tree arrangement that simulated the bending
moment profile and hanger reaction loads on the missile. The spectrum of positive and negative
accelerations encountered at the F/A-18C/D wing tip station was applied to the missile for a total of
1500 effective flight hours (equivalent to five lifetimes). Prior to the final 300 effective flight hours,
impact damage was imposed upon the missile in the most critical locations. Appendixes O and P provide
the test plan and report, respectively.

STIFFNESS (MODAL) TEST

The first torsional and body bending mode frequencies were measured for the all-up round used in
the vibration test. The former was 81.9 Hz (the goal was >75 Hz, with no prediction made). The latter was
50.3 Hz (the goal was 50 Hz and the predicted result was 54 Hz). The results were not documented in an
official report.

10



NAWCWD TP 8598

MASS PROPERTIES

Critical mass properties were measured on the vibration test article to confirm that the C*Q blue
tube was falling within the AIM-9M envelope. While no report was prepared, Table 1 provides the results,
all of which were within AIM-9M limits.

TABLE 1. Mass Properties.

Weight, Longitudinal Pugh M"‘.“e"‘
4 of Inertia,
Ib Center of Gravity pas
1b-in
AIM-9M range 183.6to 194 60.8 t0 62.1 210,600 to 223,200
C*Q blue tube results 190.7 61.6 219,737

VIBRATION TEST

The captive carriage vibration environment and its effect on composite rocket motors are areas for
which little prior history exists. As a consequence, the C*Q blue tube was subjected to 300 equivalent
flight hours of vibration. The profile, which was based on data collected in an AIM-9M environmental test
round, was driven primarily by the F/A-18C/D. Therefore, these conditions represent the environment that
the C*Q blue tube will experience. After being subjected to vibration, the blue tube was tested in the worst-
case bending moment (the Mk 84 bomb release) to verify its residual strength. Appendixes Q and R
provide the vibration test plan and report, respectively.

BENDING TEST AFTER VIBRATION

The vibration testing produced evidence of internal delamination or anomalies near the forward
hanger at approximately 0.060 inch beneath the surface. The indications, while small, were numerous. So,
a test of the residual strength of the composite tube was in order. The all-up-round vibration article was
modified into a bending test unit, which was loaded to failure. The purpose was to establish that the effects
of the vibration test and the resultant anomalies were not severe enough to negatively influence the
airworthiness of the C*Q blue tube. Appendixes A and S provide the test plan and report, respectively.

BENDING TEST WITH IMPACT DAMAGE

Impact was imparted with sufficient energy to cause visible damage at the two most critical
locations of the blue tube. The results showed a positive margin after the inclusion of knockdowns for
hot/wet conditions. Appendixes A and T provide the test plan and report, respectively.

THERMAL SHOCK AND TEMPERATURE, ALTITUDE, AND HUMIDITY TESTS

Tests were conducted to replicate the thermal shock associated with high-temperature storage
conditions followed by high-altitude flight, as well as the temperature, altitude, and humidity cycles
experienced during aircraft operations. This effort involved using some remnants of the C*Q blue tube
previously used to support the first bending test (room temperature, dry conditions). The primary
specimen, a 5-inch-diameter by 6-inch-long section, was subjected to the aforementioned environments.

11
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To isolate the results of the proposed environments, a secondary specimen, a 1-inch-long section cut from
the primary, underwent thermal shock testing only.

In the thermal shock profile, which was performed per Method 503.2 of MIL-STD-810, the
temperature ranged from -65°F to +165°F over a 1-minute time period, with the cycle repeated three times.

The temperature, altitude, and humidity testing was conducted in accordance with Method 520.1
of MIL-STD-810. Ten cycles were performed under the following conditions: temperature varied from
-55 to +75°C, altitude ranged from 0 to 75,000 feet, and relative humidity varied from 0 to 75%.

Sections of the test specimens were mounted, polished, and photo-micrographed. The results
indicated no apparent adverse effects or damage. Appendix U documents this effort.

PRE-FLIGHT PROOF TEST

To ensure the quality of manufacturing and assembly, all five flight units were subjected to a one-
time proof load of 6014 Ibf. The load was applied and distributed by utilizing the same wiffle tree fixture
constructed for the fatigue series. All five units successfully passed this test. Appendixes V and W
document the test plan and results, respectively.

BENDING TEST UNDER HOT/WET CONDITIONS
WITH KEVLAR OVERWRAP REMOVED

Prior to the bending test under hot/wet conditions with the Kevlar overwrap removed, blue tube
Serial Number 015 had been subjected to a total of 8.88 hours of captive carry on the F/A-18C/D on both
the pylon and wing tip stations. However, a post-flight visual inspection revealed “separations” between
the Kevlar fibers on the exterior overwrap. While an ultrasonic inspection had also been performed, no
indications of the aforementioned condition were observed because the separations were confined to the
outermost hoop-direction Kevlar fibers, which run parallel to the line of sight used in the inspection
technique. So, a test was conducted to demonstrate the structural adequacy of the blue tube with portions
of the Kevlar overwrap removed to simulate the worst-case environmental factors of hot/wet bending
combined with a maximum bending load on the missile body. The first stage entailed conditioning the blue
tube in an environment with 85% relative humidity at 130°F (54.4°C). The second phase involved heating
the blue tube to a temperature of 215°F (101.7°C). Next, the load was increased to the yield and then
allowed to return to zero. Finally, the load was increased to ultimate and the unit continued to undergo
exposure until failure occurred. The reader should note that the outer Kevlar layer is incorporated to help
protect the inner load-bearing graphite/epoxy structure from both impact and thermal environments. The
layer is not relied upon for structural integrity. Appendix X provides the test plan and results.

SUMMARY

The ground testing conducted in support of C*Q meets only the minimum effort needed to obtain a
local flight clearance for demonstration purposes. As a consequence, the blue tube does not satisfy all of
the requirements for a Fleet certification of a composite rocket motor. However, the ground testing did
demonstrate that the C*Q blue tube is capable of withstanding captive carriage loads and environments. In
fact, the outcome indicated that the composite structure was robust and could tolerate the conditions under
which it will operate during service. In addition, all margins of safety were positive. The lowest margin of
safety resulted from the maximum bending moment after introducing impact damage to the two most
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sensitive locations and testing at maximum service temperature after moisture conditioning. Based on
these results, the principal investigator reccommended that the C*Q blue tube be cleared to the full limits of
the Naval Air Training and Operating Procedures Standardization (NATOPS) and Tactical Manuals
(TACMAN) of the F/A-18C/D to begin the accumulation of real flight hours.

Upon the essential ground testing being completed, the results were collected and documented.

Table 2 presents a summary of the results.

TABLE 2. Summary of Ground Test Results.

Margin of
Test Safety Comments
Bending (room temperature and dry +0.77 With increased loading factors as shown
conditions) i [x (1.5 FS); x (1.25 hot/wet); x (1.25 impact)].
Bending (impact damage and hot/wet Test at 85% humidity weight equilibrium and 215°F
= +0.08
conditions) [x (1.5 FS)]. )
Forward hanger +1.60 Failure in metal hanger lip [x (1.5 FS)].
; - 7 With increased loading factors as shown
i e 019 | [ (1.5 FS): x (1.25 hot/wet); x (1.25 impact)).
Middle hanger (modified design) (with +0.16 Indication of small change from prior test
released pad) ' [x (1.5 ES); x (1.25 hot/wet); x (1.25 impact)].
Aft hanger +1.09 Failure in metal hanger lip [x (1.5 ES)].
Wing attachment fitting +0.55 Failure in AIM-9M wing [x (1.5 FS)].
: 150-flight-hour life recommended, 300 flight hours of
Fatigue Test NIA | life possible, 1500 EFH total test time.
Stiffness N/A 50.3 Hz measured/50 Hz goal.
Misgs propertes N/A Wllbln mlddlf.‘, of AIM-9M range f.or weight, center of
gravity, and pitch moment of inertia.
kit N/A No fal.lure to perform .functlon. ND};ndncauon of
small internal anomalies about 1/4 in-.
s 3 With increased loading factors as shown
T imlian aeming S e
e With increased loading factors as shown
Bending (impact damage) +0.45 [x (1.5 FS); x (1.25 hot/wet)].
R e i N/A -65 Eto +165°F (no resin degradation or micro-
cracking).
] -55° to +75°C, 0-75% humidity,
Thcomal eysling N 0- to 30,000-foot altitude.
Pre-flight proof test N/A Proof load of 6014 1bf.
Bending (hot/wet conditions and overwrap +0.39 Test at 85% humidity weight equilibrium and 215°F

removed)

[x (1.5 FS)].

FS = factor of safety, EFH = effective flight hours.
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